Towards a Southern Electric Preservation Policy
Railways revolutionised transport - journeys that had taken days by land or
sea could be achieved in a matter of hours. Examples of such a significant part
of our heritage deserve to be preserved for posterity. Early efforts of preservation
were regrettably erratic; one might be forgiven for presuming that railway carriage
design was suddenly transformed from little more than a rail-mounted stage
coach to the steel underframed bogie coach, or that services were provided by a
predominance of royal saloons and Pullman cars.
As a Group we are determined that our particular area of interest, the
history of the Southern Electric system, should not receive such circumspect
coverage. Thus, your Committee has been considering what items ought to be
earmarked for retention, to enable a coherent story of the evolution of the
Southern Electric to be presented.
Following on from what is secured nationally or privately, that oddity
the '4DD' possibly deserves a "section' being taken to demonstrate the seating
arrangements and bodywork variations. A Southern Railway type '4EPB' motor
coach will encompass early all-steel construction and electro-pneumatic braking
with later SR seating arrangements. This, together with the National Railway
Museum's '3Sub' motor coach and '2Bil' unit represent all the salient features
of a '4Sub' . With the considerable number of BR standard suburban coaches
retained for preservation it should not be necessary to specifically demonstrate
early BR design electric units.
A Hastings line motor coach will contrast the Southern's non-conformist
approach to the 1950s dieselisation, the diesel-electric unit, whilst illustrating
plastic laminate decor and the peculiar problems of the Hastings line. We can
pass over the unrebuilt '4Cep' as a "plastic 'Cor' with EP brakes". A '4Vep'
motor coach, with its single non-driving motor coach, covers technical developments of the 1960s. A class 313 unit, whilst not itself Southern and, therefore,
definitely not a candidate for our direct involvement, will represent most of the
new advances of 'PEP' and class 508 stock and, additionally, dual-voltage
equipment. A class 411 (rebuilt '4Cep') motor coach will exemplify refurbishing.
Although the Bulleid electric locomotives were, sadly, all scrapped, a
class 71 has been put in the National Collection and illustrates "booster" technology. A class 73, with its auxiliary diesel supply, deserves recognition. This
will also represent the technical features of the Bournemouth stock - in particular
push-pull control. The motor luggage van, with its versatile brake converting
equipment, battery supply and solution to boat train luggage problems justifies
inclusion. A de-icing van or unit would be a distinctive exhibit, illustrating one
of the problems of third rail electrification, and, since it falls within the
definitions of the Groups interests, we would be interested in seeing one of
BRCW's products, the ubiquitous class 33 diesel, being put aside.
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If a complete unit is desirable or economically practicable, the '4Vep'
presents the maximum significant technical and styling details in a single unit,
whilst presenting a commercially operable proposition,
Lineside equipment, such as a steel tank rectifier, oil filled circuit

breaker, part of an electric control room's panel and certain lineside fittings
merit inclusion, particularly if excluded from any presentations of the history
of general electrical supply.
Putting aside personal preferences, you may differ objectively with
this selection. We would like to hear of any proposed deletions or additions

and your reasoning before we finalise on long term preservation policy that the
Group should be pressing for - both nationally and privately. There will be an
opportunity to discuss this subject at the forthcoming Annual General Meeting,
and members are invited to write to the Group Chairman expressing their views.

Letters
BLACK AND BLUE

Dear Sir, I do not agree with your editorial that the Southern Region should stop
painting suburban units blue and grey. At long last we have got some colour into
them and it makes them look brighter. Having seen the old "Merseyrail" EMUs,
the Western Region suburban DMUs and other regions' multiple units in blue and
grey, I do not think the Southern Region should be the odd man out. Not only do
the trains themselves look smarter in the blue and grey livery, but their visibility
is improved, and this surely is of prime importance. The same goes for the
'Hampshire' units. I also do not agree that the cab ends of the 508 units are
"an utter mess". I think they are rather attractive. I suppose the black edging
on the cab windows is a safety factor and stops glare into the drivers' eyes.

Dear Sir, I really must protest at your editorial belittling one of the most welcome
developments in rolling stock livery application to occur in recent years.
The railway has displayed a positive attitude towards encouraging
customers by improving their 'product image' and surely, in today's economic
climate, everything should be done to promote new business.
The railways face a situation where old equipment is being used long
after its due replacement so any effort made to brighten the face of the railway
as a whole is very welcome. The 'new' livery application is certainly not
unpleasing on SR - and other - suburban stock. I wonder why you do not

advocate that the 'Vep's be repainted all-blue.
I think it is most unlikely that the cost of the brighter repaint is
significantly more than that of the previous scheme and certainly nothing like
the magnitude of the saving the railways hope to make by the infamous 'cuts'

in service. Perhaps in your next editorial you might suggest better ways for the
railways to attract passengers at minimal cost?
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Coming Events
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Purchase of '4 Cor' Trailer Composite 11825
"The Group is pleased to announce that it has purchased, through its
associated company S.E.G. (Preservation) Limited, the Southern Railway
built ' 4 C o r ' EMU trailer corridor composite coach number 11825.
This coach, previously owned by Mr Robin Doust, has been with the
Group's preserved '4Cor' motor coaches, 11161 and 11201, since their
purchase from British Rail in 1973.
11825 was built in 1937 for use on the lines from London to Portsmouth,
It ran in unit 3135 until 1972 and also saw service on the Waterloo - Reading
line and the coastal routes from Brighton.
Since its move to the Nene Valley Railway, near Peterborough, in 1976
it has seen regular passenger service on that line with four other preserved
Southern electric vehicles. A dedicated band of volunteers has continued the
work of The
restoration
above statement
and maintenance.
was issued on 3 March, and speaks for itself.

However, in "Live Rail", thanks must again be expressed to the members who
contributed to the Carriage Acquisition Fund and made this purchase possible.

Group News
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Book Review
"SOUTHERN REGION MULTIPLE-UNIT TRAINS" (Second Edition)
by G D Beecroft, published by SEG
Price
£19
.0 (£2,20 by post)
A5 size, 72 pages, 16 photographs, 51 line diagrams
Although only seventeen months separate the publication of this second
edition of "Southern Region Multiple-Unit Trains" from its predecessor, the new
book contains sufficient additional information to justify its revision. Quite a
lot has happened in the short intervening periods
An interesting Foreword leads into a comprehensive introduction to
multiple-unit operation on the Southern Region and covers power supplies,
maintenance arrangements and various working restrictions. The sections
describing each fundamental design type of EMU and DEMU include details of
the main features, design improvements, line diagrams of the internal arrange-

ments and the numerical stock lists indicate the type of AWS, if fitted, as well
as any deviations from the standard format. Tube gauge and departmental stock
are similarly treated.

Those who have lost their way in the upheaval of the 'Cep' rebuilding
programme can, with a little effort, trace the fortunes of each item of stock so
far. The 'Bep's, already earmarked for extinction, leave a question mark over
the future of South Eastern Division catering services. In the short period since

the first edition of this book the Division has lost over 60% of its multiple-unit
buffet cars. Some are still running, but apparently out of use.
The information in this book is all well laid out with the technical and
design features expressed simply enough for most non-technicalIy minded

readers to understand. A few of the many numbers listed have strayed, but in
most cases the correct interpretation is obvious. One small irritation, by no
means confined to this publication however, is the habit of caption writers to
include "„.. can be clearly seen" or "... is plainly visible" when describing a
photograph. Reproduced photographs tend to lose detail, especially when printed
by the methods employed here and some detail which may well have been clear
in the original is by no means that way to the unfortunate reader who is probably

convincing himself that he is either stupid or needs new glasses. Although
details so described in this book can indeed be seen, attention could perhaps
have been drawn to them more imaginatively.
It is worth remembering that the third rail Southern Electrics represent
by far the largest category of EMU stock on British Rail in spite of the rapid
spread of the 25kV overhead system in the last two decades. Whilst they are
mostly far from the forefront of technological development, from the operational
viewpoint they are probably among the cheapest and most reliable. The Southern's
diesel powered units are based on an entirely different design approach from those
of other regions and, particularly in the case of the Hastings units, the ancestry
of the High Speed Train can be perceived.
This all makes interesting subject matter and, if further updated editions
are planned for the future, it could well become the "bible" for future historians.
For the present generation of enthusiasts however, whose interest in non-hauled
Southern stock extends beyond unit numbers and depot codes, this book is
thoroughly recommended.
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Inaugural South West London Branch Meeting
"RAILWAYS OF THE ISLE OF WIGHT"
26th February 1981
IAIN WHITLAM: Chairman, Southern Electric Group and Editor of "Wight Report"
It was most encouraging to see a packed room for this, the first of three
meetings from which it is hoped to develop a new SEG branch in the Surbiton
area, and our Chairman gave a most comprehensive talk on the history of the
Isle of Wight railway lines.

The system, which in its heyday was some 58 miles in length, developed
from an initial 1861 line from Cowes to Newport - the first section of the Isle of
Wight Central Railway. Other companies were the Isle of Wight, which linked
Ryde and Ventnor, and the Newport, Freshwater & Yarmouth to the west. In

addition the railway between Ryde Pierhead and St Johns Road was joint
LBSCR and LSWR.

The first half of the talk consisted of a tour from east to west.

Commencing at Ryde, the first place to note is St Johns Road where the roof
girders come from former LBSCR overhead electrification structures and the
signal-box from Waterloo Junction. The line from here to Smallbrook Junction
used to be worked as two single lines in winter and normal double track in
summer.
We proceeded down the Sandown line, including the Bembridge branch,

before returning to go west on the Cowes line. Ashey station was mentioned as
being the prototype "bus stop" station. Newport, headquarters of the Isle of
Wight Central Railway was next visited and the complications of the layout

mentioned. From here the single track line to Cowes was covered.
Returning to Newport, lain then took us to Merstone, in the centre of
this largely agricultural island with milk as the main freight traffic. From Merstone
a line ran east to terminate in a bay platform at

Sandown, and another south via

the undercliff to Ventnor West. The other line of note was that from Newport to
Freshwater, which went via Yarmouth with its staggered platforms.
We then heard about motive power employed by the various companies.
Whilst the Isle of Wight Central had a variety of locomotives and, later on, ex
LBSCR railmotors, the Isle of Wight had a standardised fleet, and the Freshwater
company two 0-6-OTs from the LBSCR. However, in SR days these were replaced
by the 'O2's, a class which will always be associated with the island. Indeed,
the first two of the class were delivered to the island in LSWR livery. They were
painted black and lined in BR days, although a few were unlined at the very end.
Freight on the island was worked by four 'E1 's.

Coaching stock came from a variety of sources, including the LBSCR,
LCDR and North London Railway, and many vehicles finished their lives as
"Holiday Homes". In the 1950s stock was painted an assortment of red and green.
The island also saw "PMV's and car trucks for service working.
The only section of line to be electrified was from Ryde to Shanklin in
March 1967, using London Transport "Standard" tube stock.

There then followed & short question and answer session covering schemes
that never came to fruition, including the Solent tunnels, the future of the ferry

links and the Isle of Wight Railway at Haven Street, but, as lain said, that is a
subject in itself! This was an excellent inaugural meeting for the new branch.
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Members' Queries
CONDUCTOR RAIL SIZE: A member asks why conductor rails are about the same
size and weight as running rails, and whether money could be saved by using rails
with a smaller cross-section. So far as simple direct current electric circuits are
involved, the flow of electricity through a conductor can be thought of as similar
to the flow of a liquid along a pipe. If a conductor rail may be thought of as a
water pipe, the reason for a large cross-section becomes clear. More water can
flow along a large pipe than a small one, and if a given volume
of water has to
pass through a small pipe at the same rate as the same volume through a larger

pipe the water pressure has to be increased.

If voltage may be taken as the

electrical equivalent of water pressure, a low-voltage electric railway, such as

the Southern Region, requires large cross-section conductor rails in order that
an adequate amount of power may reach the trains. Conversely, high-voltage
railways may use small cross-section overhead wires.

Overhead wires can be

used on low-voltage systems providing that rolling stock does not require a great
amount of power and feeder stations are relatively close together. On the
Southern there are two interesting cases where heavier than usual conductor rail
is used, in order to provide sufficient power. One location is between Northern
Substation and Southampton station, as there has to be sufficient current over

this double track line to feed the four tracks through Southampton station and
to Millbrook. The Lymington branch has no feeder station at the Lymington end
and the large cross-section conductor rail reduces the "voltage drop" over the

line. (Returning to the plumbing analogy, "voltage drop" is the electrical
equivalent of the decrease in water pressure that occurs as one gets further from
the pump impelling water along a pipe).

It should also be added that a small

cross-section conductor rail would need to be supported much more frequently
than a larger one, in order to avoid sagging, and thus far more porcelain
insulators and associated fittings would be required.
LOCOMOTIVES WORKING IN MULTIPLE: In many cases locomotives working

in multiple maintain the same speed because the train engine is remotely
controlled from the pilot engine. If the two locomotives are incompatible, or
are not fitted for multiple working, and there are two crews, both locomotives
will be driven at about the same speed because both drivers will be observing
the same stock and line speed restrictions. With continuous brakes, a brake

application on one locomotive will operate the brakes on both locomotives. So
far as fine balancing of controls is concerned, drivers can tell from the way that

the locomotive is handling whether the other locomotive is being driven harder
or not. Of course, the simple answer as to why two locomotives run at the
same speed when in multiple is that they cannot do otherwise because they are

coupled together

However, this does not apply to banking locomotives.

In

this case the driver of the banker should drive as hard as possible and, because
he has no load on the rear, he is bound to remain against the back of the train
so long as it is going up a relatively steep gradient, unless there is a very much

more powerful train engine.
LEVEL CROSSING LIGHTS: The white lights facing oncoming trains at
Winchelsea Crossing, and other unguarded crossings, illuminate to confirm to
train drivers that the stop lights applicable to road traffic are working. At

crossings with gates or barriers, drivers can see that these are closed or down
but at unprotected level crossings some other indication is necessary, hence the
lights
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'REPEATER' COLOUR LIGHT SIGNALS: Signals with an 'R' suffix to their
numbers are "repeaters"; that is they show the same aspect as the next signal
in advance, except that if the advance signal is showing a red aspect the repeater
will show a yellow one. Repeater signals are used in areas where there is
"traditional" absolute block working, but with colour light signals, and they take
the role of distant signals. They should not be confused with banner repeater
signals, the type with the black semaphore arm rotating in a white circle, which

repeat the aspects of signals that cannot be seen for very far.
PHOTOGRAPHY AT RAILWAY STATIONS: It would appear that there is a

British Rail bye-law forbidding photography at stations, but it seems that this is
aimed at commercial photography and filming Strictly speaking anybody wanting
to take a photograph on railway property should have permission, but it is hardly
likely that BR would welcome a flood of applications from all the people who
take photographs of trains.

In practice, an amateur photographer who does not

trespass, obstruct the operation of the railway or endanger himself or other people
is unlikely to be challenged. However, it should be noted that a tripod could be
regarded as an obstruction and moving trains should not be photographed using
flash equipment. Apart from the fact that the results are unlikely to be worthwhile, there is the risk of temporarily blinding the driver by the flash. BR have
no control over photography of trains in cases where the photographer is outwith
railway property, though it is worth noting that it is an offence to obstruct the
public highway (which includes the pavement). The police are within their
rights to require a loiterer (for example a photographer waiting on a railway bridge)
to move on,
'EPB' RAINSTRIPS: Further to the answer given on page 192 of the October
1980 "Live Rail", vehicles with low-level rainstrips have these as well as, not
instead of, high-level strips. All SR 'EPB' driving vehicles have a low level
strip over the driver's cab and guard's van - though this is not the case on 'Sub's,
Unit 5040 is not the only "high-level" unit to have had 'pseudo' low-level strips
added. Are low-level strips being fitted to vehicles without them on being
"facelifted"? (J Woods)
"BRIGHTON BELLE": In early photographs of the units there is a single vertical
line, presumably cream, either side of the headcode panel. Later photographs
show a rectangle, the top being level with the top of the headcode panel and the
bottom being level with the bottom of the windscreens. When was the change
from a line to a rectangle made? Can someone confirm that the words "third
class" after the car numbers were removed at the same time as third class

was generally re-designated second class?
OUTSTANDING QUERIES: We are still wanting to know if the Southern

Railway issued Carriage Working Notices for electric stock prior to Summer
1938, and want a source of information on the immediate post-war livery of
'6Pul' units with special reference to lining and lettering.
Enquiries are in hand relative to a number of other queries, and answers will be
published soon. If you want a query answered, or can provide information
requested, please write to the Editor.
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Southern Electric Modelling
INTRODUCTION

This short series of articles is written for those who feel they really
should make a start on that Southern Electric-based model railway. As a
modeller of the Southern Region, British Rail, with a strong leaning towards
electric traction, I hope to share my experiences and to encourage those who
only pipe-dream at the moment. I do not intend to go into great detail on basic
model railway construction methods as these are amply covered elsewhere, but
to concentrate solely on 'Southern Electric' .
RESEARCHING THE PROTOTYPE

Before any work can be started you need to set yourself some ground
rules and decide:
1
2
3
4

What scale and gauge will you work in?
What period do you want to model?
Will the model be portable or permanent?
Agree with the family where the 'beast' will live;

There are no correct answers to the above, but having decided, do not change

your aims half way through the project.
If you intend to build a purely fictitious line the rest of this article will
only be of academic interest, I should point out, though, that I have had more
satisfaction from building a model of a prototype station than from previous
fictitious layouts.
Today there are 566 stations on the Southern Region and the majority
are served by electric trains, so the choice is wide open. I would suggest one
of the smaller terminals, such as Littlehampton or Hampton Court, as the layout
is likely to get finished before you get bored with construction.
The first step is to take yourself and a camera to possible locations for
your model and to photograph as many aspects of the station as possible. Talk
to the station staff and take a walk to the local library and see if they have any
records or old photographs of their station.

Most libraries can get copies made

of photographs and documents held under the heading of "Local History". If
your first choice is unsuitable, try again until you find one that appeals to you.

When you have settled on a station or local area and taken as many
photographs as you think you will need, write to one of the model railway
magazines (and "Live Rail") for a request for information to be published. It
is only right that you should expect to pay the expenses of anyone kind enough

to reply.
Next, the Signalling Record Society do a nice line in track diagrams
and British Rail, Croydon, can usually supply a station layout drawing for a
small fee. Various railway enthusiast groups have archives, and you need to
join to research these. However, the Southern Railways Group freely publishes
information it has available in its handbook. This is mainly a wide range of
station plans, but there are other related subjects as well. If your request
relates to electrification, SEG members receive a discount rate. Details are
available from: Mr R Bourne, 64 High Riggs, Barnard Castle, County Durham
DL12 8HM.
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The British Museum map room are very helpful and can supply copies of
early Ordnance Survey maps. Finally, visit the Public Record Office at Kew,
for they keep railway records and are well worth a visit.

Drawing Review
The Group's Modelling Secretary has recently been crying out for
drawings so that more members may set about making models of Southern
Electric subjects. For a brief moment I thought that his cries had been heeded

when a dye-line drawing, measuring 3ft x 1 ft, was passed to me for review.
The subject is 71 007 (formerly E 5007) and the views we are given of one side
and one end look quite realistic. However, that is one of the main drawbacks.
Those who knew these locomotives will realise that one side is quite simple,
with two grilles and a window, whilst the other side has numerous grilles of
several designs. Nor are we given a view of the roof which, as it incorporates
the most essential pantograph, and also tends to be the most visible part of a
model, is highly important.
A further problem is that although we are given a few basic measurements,
wheelbase, bogie centres, total length, height and body width, we are not given
the scale to which the artist has worked, although the accompanying list of other
drawings indicates that this is ½" to 1 ft. Some of the dimensions do not exactly
bear this out; in fact, the physical dimensions always slightly exceed the
expected figure so I suspect the dye-line machine has, as can happen, slightly

enlarged the original drawing.
As already indicated, the drawing is large and, therefore, could be
difficult to work with if trying to build a model. Overall, I do not consider it the
most useful of modelling aids and at a price of £3 would suggest that other
sources be consulted first.
For those interested the drawing is available from:
Mr R S Carter, 1 Westbrook Cottages, Hammerwood Road,
Ashurstwood, East Grinstead, Surrey
RH19 3TJ
Mr Carter has also a list covering over 150 subjects, both steam and diesel;
mainly preserved engines which he has been able to inspect and, presumably,
measure to a high degree of accuracy The few Southern Electric subjects are
listed below „ Recommended more as a drawing for reference rather than as a
working drawing for constructors.
Reference

Subject

1011
1012
1013

Class 74 No E 6109
Class 73/0 No E 6001
Class 71 No E 5000

1014

Class 71 No 71 007

1015

Class 71 No 71 011

MODELLING FOOTNOTE: Referring back to the enquiry regarding multiple-unit
centre buffers, David Rowlands advises that Cavendish Spring Buffers, type 6,
available from Hobbytime, 7 Ravensmead Crescent, West Wickham, Kent
BR4 0JH , make reasonable centre buffers.
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News from Marsham Street
Publication, on 11 February, of the joint British Rail/Department of
Transport report on railway electrification was a non-event so far as the
Southern Region is concerned. The report demonstrated that extensive railway
electrification would be financially attractive, but, to quote British Rail,
"The study excluded the Southern Region because of the predominance of
commuter lines, and some other routes serving the major conurbations outside
London, although some might well be considered for electrification in the future".

It might have been more accurate to say that extensions to third rail
electric systems were not considered, for it is reasonable to accept that such

projects could not be included in a rolling programme of overhead conductor,
high voltage, a.c. electrification. Different skills are required for third rail
electrification, and relatively small schemes on the Southern and in the Liver-

pool area cannot benefit from the economies of scale resulting from a major
a.c. electrification programme.
Nonetheless, it is a pity that something more encouraging could not
have been said for the benefit of the Southern. Supporters of electrification

between Southampton and Portsmouth will have been particularly dismayed by
a map of electrification proposals issued by British Rail, for that line was not
shown at all.
Let us hope that this was an oversight! The map did show
that if the most ambitious electrification programme is undertaken (which does
not seem too likely) the line between Reading and Basingstoke will be
electrified using the 25kV a.c. overhead system. No doubt the line would, in
this event, come under the jurisdiction of Paddington once more,
A week later, the electrification report was balanced by a "Southern
only" announcement, when the Transport Secretary, Mr Norman Fowler,

unveiled a plan to set up a "Southern Region Railways Board". The objective
is to identify more specifically responsibility for London and South East
commuter services for, Mr Fowler said, "Under the present arrangements
London commuters cannot see how far the fares they pay meet the costs of the
services that they use, nor can they see how much of the Government grant for
the passenger railway goes towards London commuter services". It was not
considered practicable to set up a "London & South East Railways Board" due to

the overlapping functions of railways on the north side of London, where long
distance Inter-City travel is of much greater importance than on the Southern.
The Southern Board would receive grants directly from the Government,
but details of exactly who it would be responsible to, and for what, have yet to
be finalised. The Southern will by no means be entirely divorced from the
rest of British Rail, but the Department of Transport will take a direct interest
in its activities.
There is a Southern Region Board at present, but it is part-time only,
and acts in an advisory capacity. It has no executive responsibility. No
indication has been given as to who would be on the new Board, and several of
the present part-time members probably could not serve, due to other business
interests. It would seem likely that senior Southern Region officers would be
represented, together with some members of the British Railways Board. Other
members would probably be prominent figures in life in the South East.
It will be interesting to see the extent of the powers given to the Board.
So far as technical matters are concerned, it will probably be necessary for the
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Southern Board to be largely subservient to the BRB, but it could have considerable
commercial freedom. Thus, Southern Region passengers might find their fares
to be less (or more) expensive than those on other Regions,
Mr Fowler made it clear that the Southern Region would remain in the
public sector. The new Board may be formed in 1982 and if the idea is
considered a success it could be extended to other parts of the railway system,
It has not been revealed whether the Southern's trains will be painted
green again

Accident Reports
DERAILMENT AT WATERLOO, 8th SEPTEMBER 1978

The derailment involved the 0810 Guildford to Waterloo via Cobham train,
formed '4Cig/4Sap' 7389/5902/5904. As it was proceeding from the Up Main

Relief Line to platform 14 the leading bogie of the seventh coach, driving trailer
77118 of 5904, derailed on numbers 225B and 226B points, two closely spaced
crossovers in the Down Windsor Slow line that were 'facing' to the 0810 .

Fortunately there were no injuries to railway staff or passengers and the trains
was only slightly damaged.
Examination of the points showed that they were poorly maintained. The

timber sleepers had rotted, allowing movement of the chairs, and the track was
up to 2½ inches wide to gauge. The train involved was found to be in a good
state of repair. In his report on the accident,
Major Olver concludes that the
derailment was solely due to the poor state of the track and this was a result of
inadequate supervision and organisation within the Area Civil Engineer's

department.
There was a disturbing incident following the derailment. The signalmen
at Waterloo promptly arranged for traction current to be discharged from all lines
between Waterloo and Vauxhall after the derailment, and this stranded eight
trains carrying about 5,000 passengers on the approaches to the station. While
railway staff were in course of escorting passengers along the track to Waterloo,
a signalman gave permission, without proper authority, for the 0810 from Alton,
which was stood at a signal west of Vauxhall, to be drawn forward into that
station. As the train moved forward it bridged the section gap between the "live"
and "dead" sections of line, thereby re-energising the Up Main Through line into
Waterloo. A Motive Power Inspector who was assisting passengers from a train
outside Waterloo, heard the train's motor generators start up and realised that
power had been restored. He immediately applied a short circuiting bar to the
line, but virtually simultaneously the isolation was being extended to Queens Road.

Major Olver found that neither signalmen nor electric control room staff
have specific information as to which signals are at section gaps. It has now
been agreed that electric control room operators will be provided with schedules
of signals that must be held at danger to protect isolations, and section gaps will
be marked on panels and diagrams at signal boxes.
ACCIDENT AT MILFORD LEVEL CROSSING, 22nd DECEMBER 1978

An unclassified road crosses the railway at the Portsmouth end of Milford
station by means of an automatic half barrier level crossing. For down trains

the level crossing has two operating modes. In the case of non-stopping trains
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the level crossing equipment acts in the normal manner, but if the signalman
at Farncombe selects the "stopping mode" the lowering of the barriers is delayed
in order to prevent road traffic being halted whilst the train is stood at the
station. In the stopping mode the down starting signal is held at danger for
11 seconds after the barriers have lowered.
The weather on the day of the accident was cold and foggy and the rails
were wet. The driver of the 1122 Waterloo to Portsmouth Harbour stopping train,
which was ' 4 V e p ' 7810, braked for the stop at Milford at the usual place, but
failed to stop his train in the station. It ran on over the level crossing, hitting
a motor car. The driver of the car was, unfortunately, killed. She had been
using the crossing quite correctly for, as the equipment was in the stopping
mode, the warning lights had not started to flash and the barriers were up when
she drove onto it. The train was subsequently found to be in good order.
In his report, Major Holden concludes that the accident was caused by
the train driver failing to brake his train effectively. He does not recommend
any modifications to the operation of the level crossing.
(Some South Western Division drivers have recently introduced their
own unofficial safety measures with respect to level crossings at platform ends.
They will not proceed past the signal two in advance of the crossing unless it is
green. This has caused particular delays at Brockenhurst and a number of other
main line crossings.)
COLLISION BETWEEN HILSEA AND FRATTON, 25th FEBRUARY 1979

The 01 35 passenger train from Eastleigh to Portsmouth & Southsea
(33115 hauling ' 4 T C ' 414) was in collision with a rail mounted crane working
on the Up line, but foul of the Down line, at Portsea TP Hut.
A guard
travelling in the locomotive cab was killed and nine people were injured.
The locomotive, ' 4 T C ' unit and crane were all severely damaged.
Major Rose concludes in his report that the accident occurred because
the engineering work that the crane was being used for was very badly organised
at the South Western Division headquarters and locally, there were poor
arrangements for supervision of engineer's possessions on the South Western
Division generally and, in this case, key personnel were very inexperienced.

The most important
people responsible for operation of a possession
and carrying out work are the "Person in Charge of Possession" (PICOP) and
the Engineering Supervisor. The PICOP is personally responsible for taking
possession of the line and the Engineering Supervisor is in charge of the work
on site. It is possible for one person to fill both roles. On electrified lines
a further individual is responsible for electrical isolations required.
The possession in this case was a long one, from Fratton to Petersfield,
and was complicated by the need to give it up for the passage of six down
trains and three up trains during the course of the night. In evidence after the
accident, the Area Civil Engineer (Fratton) said that this would make operations
almost unworkable, but it was a situation that had to be accepted for work in the
Portsmouth area. A further complication was alterations to the arrangements at
short notice, and not all staff concerned had received the amendments to the
original engineering work notices.
The work to be carried out was for equipment to be loaded onto a works
train at Portsea TP Hut
and offloaded at Durrants TP Hut between Havant and
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Rowlands Castle. Loading and offloading would be done by two cranes mounted
on the train. When in use, one of the cranes fouled adjoining lines; the other,
smaller one, did not. The works train itself was a fixed formation CM&EE train
and although used for CM&EE work, it was normally accompanied by an
Engineering Supervisor from the Chief Civil Engineer's department.
Two days before work was due to take place a Track Chargeman was
informed that he would be the PICOP. This man had had no training in the duties
of a PICOP and the only information he had was that incorporated in the BR rule
book. He located himself, before work started, at Havant signal-box as this would

be in the centre of the possession. Unfortunately, there was no means of
direct communication between Havant signal-box and the site at Portsea, messages

having to be relayed via Portsmouth signal-box, and the signalman at Havant had
very little experience of engineer's possessions. The PICOP, therefore, had to
manage a complicated possession without direct control over what was happening
at the work site and with little chance of advice from the signalman if things
seemed to be going wrong.
The Cable Jointer appointed to arrange the electrical isolation was no
more experienced than the PICOP; he was given two days notice of the job,
which he had never done before. He reported to Fratton Yard on the night of the

work, and found the works train ready, but nobody in charge of it. On this
occasion the CCE department had not provided an Engineering Supervisor, and
the Jointer assumed that he had to take charge.
Upon arrival at Portsea the Jointer found a gang waiting at the TP Hut,
but though there was a person present to take charge of the work to be done there
was nobody there responsible for the working of the possession and liaison with
the PICOP. The Jointer telephoned Havant Electric Control Room and arranged
for current to be discharged on both lines. After this was done it was found that
an electric train had been stranded, and current had to be restored to allow it to
run into Portsmouth. When the current was again isolated the Jointer telephoned
Portsmouth signal-box and asked that the PICOP be informed that power was off.
He asked if he should wait for a reply, but the signalman said "No".
Attempts were made to start the small crane, but it could not be made
to work. The large crane was, therefore, brought into action and, because the
current was isolated on both lines, it was generally assumed that there was
possession of both lines. However, the PICOP had taken possession of the
Up line (upon which the works train was stood) only, as he believed that the
small crane alone was to be used, and he had mentioned this to the Jointer by
telephone before the works train left Fratton.
Before signalling the train from Eastleigh through Portcreek Junction,

the Portsmouth signalmen should have checked that it was safe to do so, for
the train had to cross the Up line. In the event, they failed to do this and the
men at Portsea had no warning of the train's approach. When they saw the
train coming, the large crane was foul of the Down line, lifting a container
from the cess. Frantic efforts were made to swing it round, but there was not
enough time to avoid the collision.

Urgent action was taken by the Southern Region after the accident to
tighten up procedures for dealing with engineer's possessions. Nobody may
act as PICOP or Engineering Supervisor unless they have been on a training
course and the CM&EE department will no longer rely on the Civil Engineer
providing Engineering Supervisors. The planning and organisation of possessions
is better arranged.
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A Southern Parting
A member supplies the following account of the parting of the 0751 to
Waterloo from Epsom (0733 from Effingham Junction) on Monday 2 March. One
of the secretaries where he works knows of his interest and told him the story.
Here it is, abbreviated, but, near enough, in her own words:
"I had settled down to read my newspaper, in the back car of the 7.51 as
we left Epsom. Very soon after the start there was a bang, and we passed a
small cloud of smoke (it seemed) visible on each side. The train went on as
usual, and then made what I thought was a normal stop at the signal at the
approach to Ewell West, After about ten minutes the guard came and told us the
train had parted, and organised a ladder to get us down to the track, The back
car was open, so we descended from one door (at approximately 8.20) „ The
next car had separate compartments, so was emptied compartment by compartment.
A blind man was helped down with some difficulty by fellow passengers.

The twenty or so passengers were then escorted forwards past the gap of
about one carriage, and I saw fractured metal, and a lot of wires sticking out of
the end.
We then climbed ladders (a second ladder had now arrived) into the rear
car of the front section. We were told it would take us to Wimbledon, but that
no more would be allowed on. The train could not be operated in normal service,
we were told, as it had not both ends yellow. The front train did stop at Ewell
West and all stations to Wimbledon, and of course a lot of people boarded it.
In fact, whilst transferring we could see the very crowded platform at Ewell West
- and we were about forty minutes late when we got there. Before we reached
Ewell West a very full train passed in the opposite direction, presumably taking
some passengers to Epsom to transfer to the line to Victoria.
I left the train anyhow at Wimbledon just before 9.00, to change on to
the District Line to get to work - 1 hour 10 minutes late (an extra twenty minutes
delay on the District was apparently caused by a signal failure - not my lucky
day!)."
Our contributor comments that the 'bang' was doubtless the failure of
the coupling (but why should the centre coupling of a four-car unit fail; it has
little to do?). He suggests that the rear motor coach pushed its trailer forward
at almost the same speed as the front three motor coaches pulled their trailers
until, inch by inch, the front portion got ahead and pulled the brake pipes apart,
causing the brakes to be fully applied on both portions. Since a full application
(from the air release at one end) would take longer on the six- than the two-car
portion, the six-car portion got ahead a little, hence the roughly one-car gap by
the time both parts had stopped.
(So far as the failure of the centre coupling is concerned, it is true that
in a multiple-unit with motor coaches at both ends there is little or no load on
this coupling for the front half of the unit does not haul the back half in the way
that a locomotive hauls a train. However, between 'Sub' and 'EPB' vehicles
there is a powerful centre buffer to keep the coaches apart, and this therefore
keeps the couplings taut. Presumably, the load imposed on the coupling by the
buffer could cause metal fatigue over a long period, particularly if the buffer
happened to exert slightly more pressure than it should. Editor)
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Memorable Southern
Electric "Last Runs"
The following are a selection of memorable final runs by various types
of Southern Electric units. On the "stopping" runs times quoted are those for
station to station, start to stop in each case. Speeds are the maximum reached
after leaving the station indicated before slowing for the next stop. It should be
noted that times are quoted in hundredths of a minute, and not in seconds.
LAST ' 4 G R I ' RAILTOUR: 1805 Victoria to Brighton, 6th February 1971
Units: 3086/87
sched
actual
mph
mins
mins
m c
0 0
1 19
2 55
4 4
468
6 11
7 36
10

3

11 35
13 44
15 1
16 21

21 71
23 59
26 0
29 44
31 74

34
38

6
1

41 11

43 66
49 44
50 72

Victoria
Battersea Park
Clapham Junction
Wandsworth Common
Balham Jn
Streatham Jn
Thornton Heath
Windmill Bridge Jn
South Croydon
Purley
Coulsdon North
milepost 16
Earlswood
Salfords
Horley
Three Bridges
Balcombe Tunnel SB
Balcombe
Haywards Heath
Keymer Jn
Hassocks
Preston Park
Brighton

0

8

TL

TL

9½
13½ TL
15

20

QL

0.00

_

2.83
4.68
6.19
7.26
9.08
11.64
13.34
14.93
17.13

44

18.58

20.43
27

34
36½
42
45

55

TL

25.23

26.88
28.68
31.63
33.81
35.64
38.68
40.91
43.00
47.92
50.72

56
52
38
58
68
72

66
56
60
48/67
62
74
88
68
64
78/88

80
82
72

65 (eased)
-

This run must rate as a classic, and is one of the legends of the
Brighton Line. It must, surely, have been one of the fastest ever passengercarrying non-stop runs. Clearly, not only the crew of this special, but also of
the preceding regular 1800 from Victoria must have been encouraged to make
good time, as the 'Gri' arrived at Brighton at the time the 1800 should have
done
Maximum speeds speak for themselves; a remarkable 72 mph over
Windmill Bridge Junction (the restriction was 45, not the present 60, then!);
a minimum 48 mph over the summit of the Quarry Line; 88 mph through Horley
and beyond Balcombe and 82 mph over Keymer Junction. This was all in 75 mph
restricted stock Riding in the motor coach was tolerable throughout, any bounce
from the suspension being absorbed by the deep seat cushions;
Although truly a never to be repeated farewell fling, it is ironic that
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the units concerned remained in service for a full twelve weeks afterwards,
making many return trips between London and the coast, although none quite so
fast
LAST SCHEDULED
31st July 1971,

'2BIL' & '2 HAL' : 01 05 Brighton to West Worthing,
Units 2661/2034

sched
mins

m c
0 0
1 36
1 74
2 74
3 47
4 30

5 68
8 20
9 55
10 47
11 30

Brighton
Hove
Aldrington
Portslade & West Hove

Fishersgate

0
3
1½
2½
pass

Southwick
Shoreham-by-Sea
Lancing
East Worthing
Worthing
West Worthing

3

actual
mins

mph

0.00
2.40
1.27
1.97
1.32

50

4

2.41
2.56
4.69
2.30
3.61

2

1.66

3½
4

pass

44
47
50
50
54
_

Those on the last
scheduled ' 2 B i l '

and '2 Hal' working
completed this
commemorative
"proclamation".
The bottom three
signatures are of
the train crew.
The train carried a
headboard adorned
with a wreath; one
of the few occasions
this has been done

for a stock withdrawal - let alone
in the middle of

the night!
Signatures of the

train crew and as
many passengers

as possible were
also obtained on
the last scheduled
'4Cor' working.
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On this occasion, as frequently occurs with this train, departure was
delayed waiting connection from the 2359 from Victoria, and Brighton was not
left before 01 13. The train called at all stations but Fishersgate and East
Worthing, but smart running time between the stops, despite 35 years old stock,
enabled a little time to be regained. Maximum speeds around 50 mph on short
point-to-point runs as this deserve credit; my records even suggest a speed of
42 mph between Worthing and West Worthing, but I am inclined to disbelieve this!
LAST RUN BY ' 4 D D ' 4901/02: 1804 Charing Cross to Dartford, 1st October 1971

sched
mins

m c
0 0
0 62
1 50
1 69
2 63
424
468
5 47
6 3
6 75
7 74
9 1
9 41
10 27
11 28

12 59
13 71
15 35
17

0

Charing Cross

0

Waterloo

2

Borough Market Jn
London Bridge

21
3

Spa Road

5½
7
8

North Kent East Jn

New Cross
St Johns
Lew i sham

101
12½

Blackheath
Kidbrooke
Eltham Well Hall
Eltham Park

17½

2
21
21
21
21

Falconwood
Welling
Bexleyheath

Barnehurst
Crayford Creek Jn
Dartford

2
5

actual
mins

mph

0.00
1.73
3.32

, *

5.88
7.68
8.38
9.56
10.19
15.63
18.54
1.55
2,32
1.96
2.47
2.20
2.57
6.49

*
*
58
51
*

30
28
*
33
_
43
52
48
50

sigs
-

This was a rather unusual last run, taking place in the evening business
peak period In consequence, speeds were constantly checked by signals out to
Lewisham and some time was lost before the first stop after Waterloo, Eltham
Well Hall, without any fast running. The schedule thereafter was more demanding
however, and sharp point-to-point timings were generally maintained with some

smart running, despite the imminent withdrawal of the stock. This trip was
marked by frequent use of the horn by the driver, obviously aware that it was
the units' last working.
LAST PUBLIC ' 4 C O R ' : 0950 Seaford to Brighton, 30th September 1972
Unit: 3102
actual
sched
mph
mins
mins
m c
0 0
0 73
2 28
2
5
8
8

54
41
10
73

13 31
16 14
16 74

Seaford

0

Bishopstone
Newhaven Harbour
Newhaven Town
Southease & Rodmell
Southerham Jn
Lewes

21

Falmer

8
4
2

London Road
Brighton
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0.00
2.25
2.91
3
1.83
1½
4.13
5
3l pass 3.81
5.67
51
6.84
3.90
2.24

47
*

40
53
*

47
55
*

-

Although not the last passenger-carrying journey by '4Cor' stock, this
was the last ordinary advertised train formed of such a unit. It was a happy
coincidence that the oldest unit then in traffic, 3102, formed the working.
Whilst not of great speed interest, this run demonstrated that, to the end the
'4 Cor' was capable of hard work on, moreover, a sort of all-stations local
service for which it was never intended. Hence the loss of time on some of the
shorter hops, although this was partially regained on the longer sections.
' 4 C O R ' "FAREWELL" RAILTOUR: 1408 Waterloo to Portsmouth Harbour,
9th December 1972.
Units: 3116/23/42
m c
0

0

2
3
7
9

48
71
17
59

13
19
20
24
26
30
34

26
11
31
61
63
27
40

Waterloo
Queens Road
Clapham Junction
Wimbledon
New Malden
Hampton Court Jn
Weybridge
Byfleet & New Haw
Woking Jn
Worplesdon
Guildford
Godalming

36 23

Milford

43 2
46 69
51 38
54 73
57 23
63 20
66 38
70 2
72 64
73 49
74 35

Haslemere
Liphook
Liss
Petersfield
Buriton siding
Rowlands Castle
Havant
Portcreek Jn
Fratton
Portsmouth & Southsea
Portsmouth Harbour

sched
mins

actual
mins

00 FL

0.00
3.87
5.38
9.15
11.55
14.70
19.38
20.47
24.95
27.54
31.15
36.30
39.11
40.13
50.12
54.38
57.97
59.58
61.78
67.65
72.21
76.57
81.65
83.95
85.47

6½

16

27
34

50

61

74
78½
84
87

mph
_
62
50*
57
60
73
75
76
20*
62
50*
66

sig stop
60/72
76/80
85
72
50/76
52* /62
34*
50
25*
20*
-

This run was of more historical significance than of note for technical
achievement, although at the same time the ability of 35 years old stock was
amply shown. The section from Waterloo to Woking was impeccable, with a
steady speed of 73/76 mph beyond Surbiton. Speed restrictions at Woking and
Guildford were observed precisely, but the trip was spoilt by a signal stop at
Milford - due, no doubt, to the early running and to Witley box being switched
out. Unfortunately, some of the more unruly passengers on the train took their
wrath out on the signalman, whose box was pelted with beer cans'.
Once over the summit at Haslemere, a fine "thrash" down to Liss
followed, with a maximum speed of 85 mph. The minima at both Haslemere
and Buriton summits were a respectable 60 mph. 76 mph was attained on the
final descent before the speed restrictions round the curves at Rowlands
Castle. Final arrival was almost exactly in scheduled time, in 3½ minutes
under an hour and a half.
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Regional Review
STOCK NOTES

In connection with the facelift programme, ten '4EPB' units were
reformed during January and February, In order to reduce the number of compartment vehicles in service, units are formed with two compartment trailers prior
to facelifting, and these are converted to saloons in the course of the work.
Reformations, and month in which they took place, are:

5138
5176
5196
5208
5211
5214

14275
14352
14391
14415
14422
14427

5229

14333
14469
14483
14206

5235
5242
5247

15423 (ex 5235)
15396 (ex 5208)
15399 (ex 5211)
15304 (ex 5176)
15324 (ex5196)
15060 (ex 5242)
15435 (ex 5247)
15216 (ex 5138)
15402 (ex 5214)
15047 (ex 5229)

15266
15354
15374
15386
15389
15392
15417
15053
15430
15065

14276
14351
14392
14416
14421
14428
14457
14470
14484
14494

January
January
February
January

February
February
February
January

February
February

Following these alterations 5138/76/96, 5229/42 are all-saloon. 5214/35/47 are
being facelifted at Eastleigh and 5208/11 have been sent to Horwich for facelift.
A number of loose vehicles were despatched to Horwich with 5211, these being
14486 (ex 5243), 15044 (ex 5226) , 15072 (ex 5137) , 12404 (ex 4664) , 8944 (ex 4664)
and, presumably as a match wagon, 16002 (ex5602). It is intended to form a
"new"
'4EPB' unit in course of facelifting from the three 'EPB' vehicles
detailed above and 14304 (ex5152). This "unit" is presently known as "5178"
for administrative purposes, but has no connection with the original 5178 which
was disbanded last year.
'4Vep' 7718 regained driving trailer 76264 in place of 'Veg' vehicle
76525 in early February, but retains spare vehicles 62200 and 70875. '4Big'
7048 was reformed with driving trailer 76108 (ex7333) in place of 76129 in
mid-February. Damaged 'Vep' coaches 62197 (ex 7736) , 71021 (ex 7840)
and 76690 (ex7840) were moved from Fratton to Plumstead on 16 February to
join the collection of stock awaiting attention at Slade Green.

'4 Sub' units 4619/21, both accident damaged, were withdrawn with
effect from 23 February. It should be noted that 4621, now at Horwich, never
operated with motor coach 11378, which it received in December 1980. From
June 1981 a further 37 'Sub's are likely to be withdrawn. These will probably be
4280/81/83/86/88-90/95/96/99, 4628/32/35/36/38/41/43/53/55/69/73/75/77,
4681/83/84/89/93/95/96/97, 4701/05/09/25/35/39. The only 'Sub's scheduled
for classified overhauls this year are the following, which are booked for C6L
overhaul at Selhurst Paint Shop: 4291, 4618/20/27/30/33/37/45/56/82/87/92,
4710/14/22/26/43/47.

On 5 February 'Sub' vehicles 12661 (ex4606), 10237 (ex4606) , 10248
(ex 4606), 10144 (ex 4277), 11457 (ex 4377) , 10164 (ex 4297), 10479 (ex 4385) and
10875 (ex4290) were moved from Micheldever to Woking, and thence to Guildford
on 10 February. Ex-class 501 vehicles ADB975029/32 and '4Cep' motor coach
61381 (ex7149) were hauled from Basingstoke to Didcot on 16 February, and on
to Bird's scrap yard at Long Marston on 25 February. Damaged 'Sap' driving
trailer 77131 (ex5917), latterly used as a match vehicle at Stewarts Lane, is
now at Selhurst with condemned driving trailer 76526 from '4Veg' 7911.
291

Units painted blue and grey: 1302, 5004/12, 5254, 5301/30/50/51,
5612/29/31/61, 5723/27/61/67/68/74/76, 6028, 6139/58/64/72. Some units
are still being painted all-blue, examples being 5156, 5741/51 and 6032,
Units fitted with AWS: S 5684, 5759/60/75/79, 6003, 7768/70/71, 7894;
B 7404, 7907/08. 6003 is the first '2 Hap' with operative AWS equipment
' 4 C e p ' s sent to Swindon for rebuilding: 7107/24/55/78/89 and 7202.
In addition, buffet 69000 (ex7001) and locomotive-hauled TSOs 3916 and 4381
have also gone to Swindon. Possibly 7189 will receive one of the locomotivehauled vehicles in place of its downgraded trailer composite, 70044, Re-numberings
are: 1528 (7148), 1529 (7136), 1530 (7124), 1531 (7107), 1589 (7178), 1590 (7155),
1591 (7202), 1592 (7196). Units up to 1522 and 1596 were in service in early March.

It will be noted that six-figure unit numbers are being abandoned so far as Southern
Region is concerned and the first two figures will be painted out on '4Cep' and
'508' units. Can someone confirm which were the last 'Cep's to be given six-

figure numbers on cab ends? Presumably due to inadequate supplies of secondhand 'Commonwealth' bogies, some rebuilt 'Cep's retain Mk3 and Mk4 bogies.
The '508' units are already described as '4Per' in certain official
notices and it is believed that this code will be adopted in working notices from
June. (They now just need to show two-character headcodes to become acceptable
as "proper" Southern units!)

The units may now work on the Hounslow Loop,

subject to 20mph speed restrictions through platforms at Chiswick, Brentford (Up
only) and Hounslow, and 10mph restrictions through platforms at Barnes Bridge and

Syon Lane (Down only). However, drivers are refusing to operate them over the
Hounslow Loop as they say there are too many restrictions to remember It appears
that the units may now use all Main and Windsor line platforms at Waterloo
without restriction. The units are presently having their line breaker controls
modified at East Wimbledon and Strawberry Hill. 8002/05 have yet to enter

revenue service. 8002 is used for experiments and 8005 was cannibalised as a
source of spare parts. What has become of it now?
Waterloo & City car 59 re-entered service early in February having been
refurbished in the same manner as car 85. The cab ends are painted white,
though the brass whistles are not! Car 72 is now being refurbished at Selhurst.
With reference to the lack of C1 overhauls for '4Cig' units this year,
mentioned in "Live Rail" 59, no units happen to be due for major overhaul. It
is unlikely that any 'Cig's will be proposed for C1 overhaul before 1983, by
which time the refurbishing programme should be able to start.
A new type of battery tail lamp was tried out on trains between Waterloo
and Salisbury in February. Standard battery tail lamps have two red lights (one
being a standby), a, rechargable battery and conventional on/off switch. The new
type has a single lens and a battery that is replaced when exhausted, but the novel
feature is that the lamp illuminates automatically when a light-sensitive cell
detects a drop in the level of ambient light below a given value. To test that the

lamp is working properly a flap is rotated to cover the cell, and a warning light
comes on when the battery has 30 hours life left. Naturally, the lamp must not

be stored in cupboards or other dark places
INTERESTING WORKINGS

The 1223 Ashford to Charing Cross had MLV 68004 on the front on 12

January for the conveyance of a party of handicapped people on the return working.
When the party failed to appear the van was detached and left in the platform.
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'2EPB' 5753 was the front portion of the 1520 Charing Cross to Caterham on 2
February and, conversely, a '4EPB' worked on the Wimbledon and West Croydon
service on 2 March. '4Veg' units have appeared on the 1657 London Bridge to
Portsmouth Harbour several times recently; 7905 on 18 January, 7903 on 30
January and 7912 on 6 February. The 0741 Brighton to London Bridge was '8Veg'
7907/09 on 17 January, '4Cig' 7315 covered the 'Vep' diagram including 11 18
Horsham to Waterloo on 3 February, but alternate stock was found for the return
trip to Hampton Court. Wimbledon 'Vep' 7824 was part of the 0730 Gatwick

Airport to Victoria on 25 February,
The 0712 Tonbridge to Eridge comprised 33201 hauling a ' 3 D ' unit as
far as Tunbridge Wells West on 26 January. Eastleigh stock has appeared on

Oxted line turns on a number of occasions; '3H' 1131 worked the 1635 London
Bridge to Uckfield on 2 February, 33030 hauled the 0825 from East Grinstead

on 23 February and 33012 was on the 1720 London Bridge to Uckfield on 27 February.
Class 33s continue to appear on class 50 duties from Waterloo, 33011
worked the 19 10 to Exeter on 16 February and 33008 hauled the 1700 to Exeter on
2 March. 73142 "Broadlands" was noted heading an up morning train from Bournemouth on 25 February, the stock being '4Rep/4TC'. Class 33s on crew training

duties at Crewe recently have included 33012/19/20.
Western Region ran a special train from Paddington to Windsor & Eton
Riverside and back, via the new connection at Staines West on 24 January. This
was both the first passenger train over the new connection and the last between
Staines and Colnbrook, Suburban DMUs L403/422/423 were used. A class 508
unit made two return trips between Norbiton and Waterloo on 18 February for the
purpose of filming a TV commercial with Jimmy Saville. Two football specials,
both '8 Vep' ran to the London area via Chertsey from Portsmouth & Southsea
during February, to Brentford on 14th and Putney (for Fulham) on 21st. The Royal
Train, hauled by 33027 "The Earl Mountbatten of Burma", conveyed Prince Charles
from Waterloo to Fleet on 25 February.
Further Eastern Region class 302 electric units have been worked to
Eastleigh Works for overhaul, these being 227/91/96. Units normally seem to be
hauled from llford to Eastleigh via East Putney on Thursdays, when required,
main timings on the Southern being: Clapham Junction 1214, Woking 1254,
Worting Junction 1323 and Eastleigh 1348.
Most Sundays recently the line has been blocked between Reading and
Basingstoke, with buses provided.

However, the 1238 Poole to Newcastle has

been diverted via Havant or Woking (depending on the location of other works)
and Guildford. There was engineering work between Romsey and Dunbridge on 17
and 18 January and 1 February and through services between the Southern and
Western Regions were diverted via Eastleigh, Basingstoke and Andover. In
connection with this, the 0920 Brighton to Exeter was formed of Western Region
stock on 17 January and hauled by 50001 "Dreadnought". From 1400 on 17
January and all day on 18 January, Windsor trains were diverted to Weybridge
while the new connection to the Staines West branch was laid in. The line between
Staines and Virginia Water was blocked on 7 and 8 February and Reading trains
were diverted via Chertsey, with connections for Guildford at Ascot. On Sundays
from 7 to 21 February the line was blocked between Salisbury and Grateley for most
of the day and trains were diverted via Southampton.
The Brighton line continues to be torn apart every weekend, the general
arrangement being for the slow lines to be closed between Battersea Park and
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Balham and for there to be a major possession either in the Coulsdon North or
Haywards Heath areas. Possessions often cover Saturday as well as Sunday.
Things reached a climax on 1 February when trains had to negotiate single line
working between South Croydon and Coulsdon North and diversion via the Mid
Sussex line. Alterations to services at weekends generally continue to be as
described in "Live Rail" 59, but on Sundays Beckenham Junction trains run to and
from Streatham Hill and Sutton services to and from Balham.

Victoria (Eastern) was closed on 25 January and trains were diverted to
Blackfriars, except for newspaper and boat trains which ran via Crystal Palace,
The line between Sevenoaks and Tonbridge was closed on 14 and 15 February. Fast
trains for Ashford ran via Maidstone East and Hastings diesels were diverted via
Redhill, calling at East Croydon on the Sunday. Main line trains ran via Bat & Ball
on 22 February due to work between Orpington and Sevenoaks. Work at Sittingbourne on 1 March resulted in a half hourly service between Victoria and Sheernesson-Sea calling at Bromley South and all stations from Chatham (even S w a l e .
Several rebuilt 'Cep's worked to Sheerness. A bus service ran between Rainham
and Sittingbourne, where trains to and from Ramsgate and Dover started and
terminated.
The 0305 Cliffe to Salfords aggregate train was diverted via Lewisham,
Nunhead and Longhedge Junction on 29 January for the purpose of load tests
between Factory Junction and Pouparts Junction. '508' unit 8002 continued to
work brake tests on the Shepperton branch until 13 February. Thereafter, it worked
to Eastleigh depot on 17 February, returning to Strawberry Hill on 25 February. The
reason for the visit to Eastleigh is not known. '4Cep' 1523 was booked for a
riding test run from Strawberry Hill to Basingstoke and back on 16 February.
Thyristor tests were carried out at night on the Shepperton branch during
the week commencing 16 February, For these Test Vehicle "Juliet", ADB975809,
worked marshalled between "2Sap' units 5618/22, ADB975809 is former locomotive
hauled TSO 4025, On 28 February 5618/22 were booked to work ADB975808, Test
Vehicle "Romeo" (1), from Slade Green to Strawberry Hill, but the trip was
cancelled. The former identity of ADB975808 is not known.
Ultrasonic test train, ADB975007/08, recorded between Eridge and
Uckfield on 25 February.
INCIDENTS

14 Jan: Morning services were delayed by a points failure in the Down Local line
at New Malden. Some suburban trains ran on the Down Through line. A power
failure at Sittingbourne affected all points and signals.
15 Jan: Traction current was isolated between Haydons Road and Morden South
early in the afternoon after someone was killed by two locomotives west of
Wimbledon. Vandals in the Mitcham Junction area broke windows in the 1653 and
1708 Victoria to Dorking trains, the 1644 Effingham Junction to Victoria and 1612
St Helier 'roundabout'. Two passengers were injured by flying glass. Multiple
points failures at Earlswood and Coulsdon North caused severe disruption to
evening peak services. Various trains became trapped on the Quarry line and the
1824 Victoria to Littlehampton was diverted into Coulsdon North station, returned
to East Croydon and then set off south again, an hour late. '4Sub' 4297 failed
outside Victoria upon departing as the 2035 to Epsom Downs.
17 Jan: A permanent way hut caught fire at New Malden about 2330, and traction
current had to be isolated whilst the blaze was extinguished,
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19 Jan: The 0755 Westbury to Angerstein freight derailed on the Up Slow line
between Winchfield and Fleet and both Up lines were closed for the rest of the
day. Up trains used the Down Fast line, with all down trains on the Down Slow,
The Up Slow line was not reopened until the 23rd and meantime an emergency bus
service was provided between Farnborough and Winchfield.
The 1700 from Waterloo failed to stop at Overton,
21 Jan: A lorry hit a railway bridge between Eynsford and Shoreham,
22 Jan: 47097 derailed at Micheldever about midday. TO ease the resulting
congestion fast trains were cancel led.
23 Jan: Both lines were blocked at Bracknell from 1235 until 1340 due to a road
tanker leaking liquid oxygen. Following failure of 47570, the 1520 Brighton to
Manchester was worked to East Croydon by 73 121, and thence by 33049,

26 Jan: Evening peak services were delayed by up to an hour due to a shopping
trolley being thrown onto the line near Hounslow Junction by vandals,
28 Jan: Delays on the Atlantic line resulted in the 1316 service from Victoria

departing at 1337 and running fast to London Bridge,
30 Jan: Fog caused delays at various locations. The 0743 Tattenham Corner to
London Bridge, '4EPB' 5012, was declared a failure at Kingswood after the
driver could not silence the horn other than by isolating the leading coach
Difficulties arose due to the train having to be driven from the rear cab and the
0754 from Caterham was sent from Purley to couple onto the front. Both trains
were terminated at Purley and 'Cat & Tatt' services were disrupted until midmorning, '4Sub' 4735 was derailed in Coulsdon North sidings about 1635,
Brighton breakdown train and gang completed re-railing by 2300, but four sidings
were out of use for several days due to track damage. The 1750 from Tattenham
Corner, '4EPB' 5024, was delayed at South Croydon due to the brakes becoming
stuck 'on', and was terminated at East Croydon, The 1814 Victoria to Beckenham
Junction departed late after fitters had attended to defects on '4Sub' 4297, The
unit then repeated its performance earlier in the month by failing outside the
station. Police attended at Gipsy Hill after there was a disturbance on the 21 27
Victoria to West Croydon. One result of the consequential delays was cancellation
of the 2328 Norwood Junction to Victoria, and the 2249 from East Grinstead was
diverted via Crystal Palace calling at all stations to Streatham Hill, There were
also disturbances on the 21 42 from London Bridge at North Dulwich and on the
2352 Victoria to Brighton and Ore at Clapham Junction. '4Sub' 4673 failed at
East Croydon prior to working the 21 51 to Victoria,
1 Feb: Single line working was scheduled over the Down Fast line between Purley
and Merstham from 0010 until 0900, commencing with an empty train from
Selhurst to Redhill. This train ran an hour early, disrupting the pilotman's
schedule and this, and a number of late-running ballast trains, caused services to
be running up to an hour late until 0500, The possession of the Up Fast line overran and single line working continued until 1042, The timetable was thrown into
disarray and it was midday before services were no more disrupted than planned!
Due to late running of the inward service, the 11 07 London Bridge to Three Bridges
was formed '4Sap'. The line between Sutton and Mitcham Junction was closed
during the afternoon after a fork on the conductor rail caused a short circuit, and
the 1547 Horsham to Victoria was diverted via West Croydon. ' 3 H ' 1118, booked
to work empty from Victoria to London Bridge and then form the 1815 to East
Grinstead was found to have a defective exhaust system, '3D ' 1305 failed at
Upper Warlingham with a blown gasket whilst working the 1747 from East Grinstead,
These two failures badly upset East Grinstead services and ' 3 R ' 1206 had to be
summoned from Redhill to cover one diagram. It was still working from East
Grinstead next day, '4EPB' 5024, forming the 21 38 Victoria to Sutton, became

gapped when crossing from the Fast to the Slow line at Balham, It was assisted
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by 33 034.
2 Feb: De-icing unit 002 became gapped whilst shunting at Haywards Heath about

0030. It was assisted by the 2348 Victoria to Brighton train,
3 Feb: There was a fire on a locomotive hauling a freightliner train from Southampton
Docks to Didcot as it approached Basingstoke. Evening peak services were delayed
by a signal failure at Queenstown Road.
6 Feb: Western Region unit L577, on the 0702 Tonbridge to Reading, failed at
Redhill and was replaced by ' 3 H ' 1123 .

7 Feb: Whilst spare '4Sub' units berthed at Twickenham were being changed over
unit 4619 was derailed.
8 Feb: Due to engineering work at Betchworth over-running by two hours the 2007
Gatwick to Reading train was diverted via Herne Hill and Old Oak Common.
Other workings were terminated short or cancelled.
9 Feb: The 0834 London Bridge to Crystal Palace was cancelled and, in place of it,
the 0836 empty DEMU from London Bridge to Selhurst ran as a stopping passenger
train to Norwood Junction. It was reported that Sanderstead signal-box was being
worked by the station manager under the supervision of the signalman due to the
latter "apparently suffering from a bout of malaria"!
11 Feb: The evening peak was disrupted by failure of 50006 "Neptune" at Wimbledon
on the 1428 from Exeter, and an open door on the 1742 Waterloo to Guildford at
Raynes Park. The 1820 from Waterloo failed at Haslemere.
13 Feb: There was a broken weld in the Up Slow line between Earlsfield and
Clapham Junction during the morning peak period. All trains to Waterloo had to
run on the Fast Line between Wimbledon and West London Junction, so there was
no service to London from Earlsfield. To ease congestion, the Shepperton branch
was worked as a shuttle service from Kingston.
16 Feb: The locomotive on the 0640 Salisbury to Waterloo failed at Grateley, and
a replacement was commandeered off a down freight train. The 0715 to Reading was
trapped behind the failure, but the 0755 from Salisbury and 0626 from Exeter were
both diverted via Southampton.
20 Feb: A number of cancellations and delays resulted from unofficial strike action
by guards at Gillingham. Addiscombe signal-box and, therefore, the branch, were
closed from 0600 until 1800 due to staff illness and a replacement bus service
was provided. 33035 failed at Hurst Green whilst working the 0725 from East
Grinstead. 33053 propelled the train, empty, to New Cross Gate.
22 Feb: Engineering work in the South Sidings at Waterloo was disrupted by
derailment of two loaded hopper wagons.
23 Feb: Early evening peak services were delayed by a points failure at Clapham
Junction (Central Division). The 2212 Shanklin to Ryde, formed '4Vec' 043,
derailed at Brading.
26 Feb: The 1202 Reading to Waterloo failed at Bracknell and was assisted to
Waterloo by the 1232 from Reading.
27 Feb: The 1542 Waterloo to Bournemouth was terminated at Winchester after
shedding equipment in Wallers Ash Tunnel. Following trains were delayed
whilst the line was examined.
28 Feb: The diverted 0752 Newcastle to Poole failed at Milford, due to a burst
fuel pipe on 47013.

2 Mar: The rear two coaches of the 0733 Effingham Junction to Waterloo, which
was formed '8 Sub', became detached from the rest of the train near Ewell West.
Emergency engineering work at Swanley caused the peak hour fast trains from
East Kent to Cannon Street via Chatham to be diverted via Dartford.
8 Mar: A car ran into the back of another at Horsham Road level crossing, Crawley,
pushing it onto the line where it was hit by the 0852 Brighton to Victoria via

Littlehampton.

Miraculously, the man and children in the car were not injured.
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TIMETABLES AND DIAGRAMS

Headcodes: Additional from 2 February: 4K Betteshanger - Tonbridge - Hailing
"Silver Arrow": The "Silver Arrow" service between London Victoria and Paris Nord
via Gatwick and le Touquet airports was withdrawn from 28 February because SNCF
was "not able to meet travel requirements on the French side".
Service Cuts: After widespread protests, certain proposals have been withdrawn.

The Sheerness-on-Sea branch retains winter Sunday services, though the first train
from Sittingbourne will be at 0808 and the last at 21 42, instead of 0642 and 2342
as at present
The following suburban stations will not be closed at evenings and
weekends: Albany Park, Anerley, Bickley, Elmstead Woods, Eltham Park, Higham,
Lee, Lower Sydenham, New Beckenham, Shortlands, Strawberry Hill, Westcombe

Park and West Dulwich. BR claims that only 28 people use Grateley, Whitchurch
and Overton stations on Sundays, but a campaign to keep them open every day is
being mounted. South Western Division drivers are proposing to take strike action
from 1 June if service cuts on the Division are not withdrawn. The reduction in
Bournemouth services will result in 178 fewer men being required, and it is
proposed to lose a further 15 jobs by reorganising shunting schedules at Eastleigh
Marshalling Yard.
From the end of January the 2028 Charing Cross to Dartford via Sidcup
train was withdrawn. Does anyone know why?
STATIONS, TRACK AND SIGNALLING

Appledore: Becketts Level Crossing box, between Appledore and Rye, was
abolished on 10 February and the crossing converted to automatic half barrier
operation. The distant signals controlled from the crossing box were also
abolished. Local councillors for Lydd want the branch from Appledore reopened
for passenger services so that people living in the area may travel to work in
Ashford by train.
Chatham: A new track paralleling hut has been commissioned at Luton Arches
between Chatham and Gillingham.
Belvedere: The level crossing gates were replaced by lifting barriers on 25 January
and the crossing is now controlled from Crabtree Crossing box by means of CCTV.
Eltham: The Department of Transport has approved construction of a Rochester Way
relief road, and it may be constructed on a viaduct along and above the railway line
in the vicinity of Eltham Park station. There are plans for a single new station to
replace both Eltham Well Hall and Eltham Park
Chislehurst: The connection from the Down Fast line to the Up Sidings has been
abolished.

Is there still access from the Up Fast line, or have the sidings closed?

Hither Green: The Continental Freight Depot closed in February.
Woodside to Selsdon: Closure proposals have been objected to, so an inquiry
will be held.
Victoria Re-signalling: A new double crossover is to be installed shortly between
Denmark Hill and Peckham Rye, allowing trains to cross from the Down Atlantic
to Down Catford Loop line and Up Catford Loop to Up Atlantic line, at a location
to be known as "Crofton Road Junction". This connection will be used by freight

trains between Hither Green and Norwood, via Longhedge Junction, and thus allow
complete closure of the Bricklayers Arms branch. A single lead connection will
be installed between Wandsworth Road and Clapham, principally to allow up

Catford Loop trains to cross to the Atlantic line at Crofton Road Junction and
rejoin the Chatham line after crossing the Down Herne Hill line at Brixton by
means of the Atlantic line bridge, instead of on the level. This connection will be
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known as "Voltaire Road Junction". Battersea Pier Junction on the Chatham line
has been renamed "Grosvenor Bridge Junction", thus distinguishing it from Battersea Pier Junction on the Brighton line. The new crossovers between Wandsworth

Common and Clapham Junction are called "New Wandsworth Junction". Name
signs have been, or will be, erected at these junctions. The new facing crossover

on the Fast lines at Streatham Junction was, eventually, laid in on 25 January
and the Reversible Fast Spur is now available for use in both directions. (Some
new junction names at Streatham would not be a bad idea).
Oxted Line: Results of the policy of minimal track maintenance between Hurst
Green and Uckfield are now being felt. The following 40 mph speed restrictions,
due to condition of the track, were imposed from 17 January: Down line 27m60ch
to 28m26ch (Hever/Cowden), and Up line 19m5ch to 20m20ch (Crowborough/
Buxted), 29m18ch to 29m31ch and 31m67ch to 32m 4ch (both Ashurst/Cowden) .

Coulsdon North: The connection between the Down Local and Through lines was
taken out of use on 21 January, and further remodelling work is in hand.
Gatwick Airport: The new connections between Gatwick Airport and Three Bridges
were completed by 16 February and trains resumed using platform 5 at Gatwick.
Two sets of single lead connections are provided. Those south of Gatwick Airport
station allow movements from Down Local to Down Through and Up Through to Up
Local, and those north of Three Bridges provide the opposite arrangements. The
connections south of Gatwick Airport are known as "Tinsley Green Junction".
Staines: The new connection to the oil depot at Staines West was commissioned

on 18 January, though the trailing crossover in the Windsor branch was not made
operative until a few days later. The layout is as illustrated:

The new line crosses the Wyrardisbury River by means of a substantial concrete
bridge and joins the ex-Western Region line at the point where it is crossed by
the Staines by-pass. Oil trains ran via the new connection, as required, Mondays
to Fridays from 2 February. There is a single return working, the 0753 from
Ripple Lane, arriving at Staines West at 10 10 and returning to Ripple Lane at 1340.
Farncombe: The trailing crossover at the Godalming end of the station has been
abolished.
Eastleigh: The Up Salisbury Loop and Carriage Siding West have been put out of

use.
Fawley Branch: The'connection to the branch at Totton is being remodelled. Frost
Lane Crossing box was abolished on 1 March and the crossing converted to
automatic half barrier operation.
Salisbury: Work has started on laying in the new spur to form a triangular

junction at Tunnel Junction. By the beginning of March a facing connection in
the down line and a trailing crossover had been provided at the Andover end of the
spur, and trailing and facing connections have been laid in the up line at the
Romsey end.
Hamworthy Goods: Public freight facilities were withdrawn during March, but
the branch remains open to serve various private sidings, including Poole
Harbour Commissioners' container terminals
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Dorchester: The Up Siding and Dorchester Groundframe 'A' have been abolished.
An experimental type of AWS track magnet is undergoing trials on the Up line
between Dorchester and Moreton.
Station Signs: The signs at Feltham are suffixed "for London Airport" and have an
aeroplane symbol. There is still a green "Weymouth Town" running in board,
CORRIGENDA
LR 57, p201

All signalling problems can be solved with money, and
interfaces between Three Bridges and London Bridge panels

are possible - and there will be one in the Norwood Junction
area.
LR59, p258
p263

'4Cep' 1521 has trailer 70324, not 70342
The derailment at Bellingham was not in the siding that was
removed, for that was not electrified. It probably occurred in
the electrified sidings at the country end of the station.

COVER
Front: '2 Hal' 2629 leads a ' B i l ' into Portslade with a West Worthing to

Brighton working shortly before the last of the units were withdrawn.
Photo: lain Whitlam
Rear: The '4DD' double-decker units pass London Bridge on the 1542 empty

stock working from Slade Green to Charing Cross on the units' last day in
service, 1 October 1971. Photo: Bryan Rayner
299

Mon. 12 Oct.: The 16:13 Tonbridge to Reading (a Class 119 DMMU)
expired at Wokingham. The following 17:26 Gatwick Airport - Reading
pushed the failure into Reading.
Tue. 13 Oct.: 73 001 was derailed at Bowaters, Sittingbourne, in the

afternoon.
Wed. 14 Oct.: Multiple point and signal failures at Orpington in the
afternoon caused delays of up to 30 minutes. The 11:00 down "Gatwick
Express" was stopped on the down fast line between Wandsworth Common
and Balham due to the failure of 73 138. The following 11:05 assisted
the failure to Balham, where passengers on both services were detrained and the combined formation ran into Streatham Hill Depot.
Evening peak services on the Oxted line were severely disrupted by a
partial failure of the 17:02 Victoria to Uckfield at Oxted, and its
subsequent shunting.
Thu. 15 Oct.: There were a number of fallen trees on the SR as a
prelude to the storm that night.
Fri. 16 Oct.: No trains ran from 04:25 as the power stations automatically tripped out and the National Grid went down as a result of
the severe storm raging across Southern England. The wind caused
almost £300 000 of damage at Dover Western Docks, with 300 panes of
glass being blown out of the station roof, some of the glass slicing
through the roofs of stabled trains. At Admiralty Pier, 240 tons of
ballast were sucked out from the rails and the track twisted into a
tangled mess. Gillingham carriage shed was ripped apart and Chart
Leacon shed was damaged. Lenham substation had it's doors torn off and
100 tiles were blown off the roof of Otford station. The lines at Sole
Street bank were hidden by a carpet of fallen trees for a quarter of a
mile, and there were an estimated 300 trees down between Tonbridge and
Hastings. More than 2500 trees fell on the Central lines south of East
Croydon, and an army parachute team was called in to help with the
clearing. Major clearance operations were conducted between Mitcham
Junction and Sutton, Upper Warlingham and Oxted and south to East
Grinstead. Bognor Regis was cut off to rail traffic due to a live CEGB
cable suspended dangerously close to the lines, thus 17 trains were
blocked in at Bognor. By the middle of the afternoon a very limited
suburban service was operating, but the only main line route on which
some service was possible was between Waterloo and Weymouth, although
even here the complete line was not reopened until late evening. The
Portsmouth to Eastleigh line is understood to have opened, but all
other routes radiating from Portsmouth remained blocked. Problems also
began with slipping and flat tyres, and many routes had severe speed
restrictions due to track damage and potential obstructions.
Sat
17 Oct.: By 07:30 the following South Eastern lines had been
reopened with a half-hourly service:- Victoria to Orpington via Herne
Hill and Catford, Charing Cross to Orpington and Elmers
End,
Gillingham to Margate and the Sheerness branch. The army assisted in
clearing the line between Tonbridge and Ashford (over 100 trees across
the line), and other lines were reopened as the day progressed. A bus
service was laid on between Orpington and Gillingham to provide some
sort of through link. Central services were also operated on a halfhourly basis from early morning; including London Bridge to Victoria
via Tulse Hill and Balham (from 10:30 diverted to run to Sutton),
Victoria to West Croydon via Crystal Palace and Norwood Junction, and
Victoria to Purley. Other lines were progressively opened as the
morning wore on. "Gatwick Express" trains started up at 18:00, calling
at Clapham Junction, East Croydon and Purley, with a random frequency
of 15 or 30 minutes, and there were connections at Purley for the
Redhill line. On the South Western, main line trains continued to be
severely disrupted, with Portsmouth trains terminating at Haslemere
and severe delays on the Exeter route. Suburban services were running
fairly well, albeit with some disruption and delay. An exception was
the Shepperton branch, which had no service, trains running on from
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Teddington to Twickenham to reverse.
Sun. 18 Oct.: Many SE lines had their normal Sunday service, although
buses were still in use between Sevenoaks and Tonbridge, Rochester and
Swanley, Dartford and Gravesend, and Faversham and Canterbury East.
Coaches ran from Victoria to Dover to connect with the ferries. There
were still many lines blocked, however, and although most were cleared
trains could still not run due to power supply problems. A member of
staff was unfortunately killed when a tree fell on him, but this was
believed to be the only casualty due to the storm on the SR. At the
start of services, the Tattenham Corner branch, Dorking to Leatherhead
and Streatham Junction to Sutton were still blocked on the Central. On
the SW, most routes had been reopened, although the Portsmouth
"direct" remained blocked south of Haslemere.
Mon. 19 Oct.: All lines were by now reopened, except Buckland Junction
to Deal, Dover Western Docks station and Barnham to Bognor Regis.
Special services were provided between Ashford and Hastings/Dover
Priory and from Ramsgate to Deal. Problems for trains were compounded
by slipping due to leaves on the rails, and these were worse than
normal as many leaves were still green and therefore full of sap.
Delays of up to 60 minutes quickly built up on some lines. Both tracks
through Greenhithe were blocked from 10:45; the down line being reopened at 15:46

when single-line working was set up.

Tue.__20 Oct.: Overnight heavy rains brought widespread flooding and
renewed disruption, affecting many lines. Dover Western Docks was
still closed, and single-line working was in force between Northfleet
and Dartford, bringing about a major programme of cancellations and
alterations. Buses were provided from Dartford to Rochester for
passengers travelling east. The Ashford - Rye service ceased at 07:45
as it proved impossible to provide staff to man automatic level
crossings suffering from loss of power (why were the roads not closed
instead?), and buses were provided. A freight train slipped to a stand
at Eynsford and could not be moved for more than 2 hours, causing
severe disruption. There were widespread signal faults on the Brighton
line due to flooding, and a landslip caused 6' of water in places
between Wivelsfield and Lewes. The 07:17 Victoria to Horsham lost over
an hour due to slipping between Dorking and Horsham. The service was
suspended from 09:15 and buses were substituted, until the line was
reopened at about 14:00. Tattenham Corner services were
badly
disrupted in the evening due to the failure of the 16:19 train from
London Bridge near Kingswood. Following a points failure at West
Croydon, passengers disembarked from the 21:31 Victoria - Epsom Downs
onto the track; thus the current had to be isolated causing yet more
delays for others! There was a landslip near Rowlands Castle which
brought a tree down across the line (I am surprised that there were
any left), disrupting Portsmouth services. By the afternoon one line
was opened but by 20:00 it was again closed to enable clearing up to
begin. 'Direct' line services were still suffering disruption 2 days
later as a result of this.

Wed. 21 Oct. : There was flooding during the day at Barnhurst,
Kidbrooke, the New Cross subway and Bletchingly Tunnel. The line
between Dover Priory and Shepherdswell was closed from 10:00 to 15:00
to enable dangerous trees to be removed from the lineside, and buses
were provided. To enable Maidstone West signal box to be opened in the
evening, Wateringbury box was closed, and buses were provided between
Maidstone West and Paddock Hood. More flooding in Sussex delayed
Central services in the morning peak.
Thur. 22 Oct.:
There was a points failure at New Cross, delaying
evening rush hour trains by up to 20 minutes. As a result the 17:14
Cannon Street to Ramsgate was cancelled and the 17:12 to Dartford via
Sidcup left at 17:40.
Sat. 24 Oct.: Seen from the 10:05 Victoria - Brighton just north of
Balcombe at 10:45 was a stationary Class 73 on a freight train with a
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single

'4 Cig'

unidentified

Copyhold
Haywards

coupled

behind it. Stacked up

behind

passenger service, the 09:52 Brighton to

was

an

Manchester

this

at

Junction, a Littlehampton to Victoria service, and at
Heath the 10:00 ex Brighton to Victoria in the up main and

the 09:31 ex Hastings in the up loop.
Mon. 26 Oct.: One platform at Dover Western Docks was opened

in

the

afternoon (finally) and a second in the evening. Central main line
trains out of Victoria were delayed due to a signal failure. A burst
water-main at Hartfield Road level crossing closed the line from
Wimbledon to Merton Park for 2 days.
Tue. 27 Oct.: A freight train was derailed at Bearstead causing delays
and disruption.
Wed. 28 Oct.: Due to an incident at Penge East in the morning peak,
power had to be isolated, causing delays of 1 hour.
Thu.29 Oct.: A freight train was in trouble at at Reigate causing
delays. The 06:56 Portsmouth Harbour to Cardiff failed at Swanwick
with a fire on 33 011. The 09:30 Exeter to Waterloo arrived at it's
destination 55 minutes late because of emergency engineering works at
Honiton.
Mon. 2 November: The 05:55 Selhurst Depot - Norwood Junction ecs train
(3107/6310) derailed across the main lines at Norwood Junction while
leaving the depot, blocking three out of the four tracks. There were
serious delays and some London Bridge trains were diverted into
Victoria. Both the Stewarts Lane and Brighton breakdown cranes
attended. On leaving the depot (via Selhurst station), the leading two
tool vans of the crane train derailed on catch points (they were

accidentally propelled through a red signal). They were left off the
rails just clear of the down slow line, with the intention of rerailing them after the PM peak on 3 November. But.... (see LR 101)
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